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BOOST EXTRACTION METHOD OF

SECONDARY AIR INJECTION FOR

INTERNAL COMBUSTION ENGINE
EMISSION CONTROL

BACKGROUND

1. Field

The present invention relates generally to improvements in
engine emissions control systems and more particularly per-
tains to the reduction of engine emissions in automobiles
using secondary air injection to aid a vehicle catalyst system
during warm-up.

2. Description of the Related Art

Automobiles and other vehicles commonly incorporate an
internal combustion engine for providing power to operate
their various functions. An unfortunate side effect of the
power producing capability of internal combustion engines is
the production of exhaust gases containing a variety of harm-
ful or toxic elements. After combustion of an air/fuel mixture
in the cylinders of the engine during the power stroke, unspent
fuel in the air/fuel mixture is passed out of the engine cylin-
ders and commonly flowed along an exhaust pipe of the
automobile. This waste or exhaust gas is then expelled from
the exhaust pipe and away from the vehicle into the surround-
ing environment. These exhaust gases are known to cause a
variety of dangerous ailments if inhaled in significant quan-
tities by humans or other mammals and the proliferation of
automobiles as the most prevalent means of transportation
has made such engine emissions of particular concern. In an
effort to help reduce the toxicity of these exhaust gases before
their delivery into the environment surrounding the vehicle,
emissions control systems aboard these vehicles have been
developed in an attempt to eliminate harmful particulates
from the exhaust gas via chemical processes before the
exhaust gas is permitted to exit the exhaust pipe.

Typically, automobile manufacturers will incorporate a
catalyst device as part of the emissions control system
through which the exhaust gas is flowed at some location
along the exhaust pipe. In order to operate most efficiently at
removing the harmful or toxic components of the exhaust gas,
the catalyst must be warmed up to a sufficient temperature,
oftentimes higher than it normally would exist under ambient
conditions. This warm-up is particularly important upon a
cold start of the engine and has been accomplished through
secondary air injection by incorporating additional external
air pumps and associated valves/plumbing onto the vehicle.
Such a system directs excess air into the exhaust pipe
upstream of the catalyst for aiding in the immediate warm-up
of'the catalyst, such as during initial vehicle turn-on when the
engine is at idle and when there exists a more limited amount
of exhaust gas flowing through the exhaust pipe from the
internal combustion engine.

However, the reliance upon secondary air injection sys-
tems utilizing external air pumps and plumbing increases the
cost and complexity of an automobile’s power train design.
Not only do the additional components add to the overall
engineering design cost of an automobile, but also increase
the manufacturing cost of every vehicle constructed. More-
over, the addition of supplementary mechanical components
onto the vehicle increases the potential for malfunction and
adds to the number of parts that may require servicing or
repair by an owner of the vehicle. External pumps pose dura-
bility issues and may have difficulty surviving the environ-
mental elements encountered by many automobiles, for
example, by freezing up in cold or icy temperatures. Further-
more, certain U.S. states require owners to have their vehicles
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regularly “smog” checked to ensure that the emissions control
systems onboard those vehicles are operating effectively in
conformance with predetermined environment standards.
Particularly in the current environmental climate where an
increased emphasis is placed upon clean power generation
and the reduction of toxic engine by-products, a system for
reducing engine emissions without the reliability problems
outlined above is even more desirable.

SUMMARY

The present invention may provide various improvements
over conventional secondary air injection emissions control
systems. For example, the present invention may provide an
emissions control system that utilizes a compressor on
vehicles that had previously been used only for engine power
generation, thus eliminating the need for additional external
pumps. The present invention may also provide an emissions
control system that operates based upon air flow from a com-
pressor to a catalyst, thus providing an accurate means of
controlling the emissions control system.

In one embodiment, the present invention may provide a
secondary air injection system having an engine and a catalyst
coupled with the engine, the catalyst configured to receive
exhaust air from the engine. A compressor is coupled with the
engine and is configured to output compressed air. A valve is
coupled with the compressor and the catalyst, the valve hav-
ing a first configuration for allowing transmittal of at least
some of the compressed air output by the compressor to the
catalyst and a second configuration for preventing transmittal
of the compressed air output by the compressor to the cata-
lyst, the valve configured to change from the first configura-
tion to the second configuration based upon a flow rate of at
least some of the compressed air.

In another embodiment, the present invention may provide
a secondary air injection system having an internal combus-
tion engine, a catalyst connected with the internal combustion
engine and configured to receive exhaust air from the internal
combustion engine, and a compressor connected with the
internal combustion engine and configured to output com-
pressed air. An intake air box is connected with the compres-
sor. A valve is connected with the compressor and the cata-
lyst, the valve having an open configuration for passing all of
the compressed air from the compressor to the catalyst and a
closed configuration for blocking the passage of the com-
pressed air from the compressor to the catalyst. A controller is
connected with the valve and is configured to switch the valve
between the open configuration and the closed configuration.

In yet another embodiment, the present invention may be a
method of secondary air injection for emission control of an
automobile having an engine, a catalyst coupled with the
engine and a compressor coupled with the engine and the
catalyst. The method may include opening a valve for passing
air from the compressor to the catalyst, determining a flow of
air passing from the compressor to the catalyst, and closing
the valve for blocking passage of air from the compressor to
the catalyst based upon the flow of air passing from the
compressor to the catalyst.

BRIEF DESCRIPTION OF THE DRAWINGS

Other systems, methods, features, and advantages of the
present invention will be or will become apparent to one with
skill in the art upon examination of the following figures and
detailed description. It is intended that all such additional
systems, methods, features, and advantages be included
within this description, be within the scope of the present
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invention, and be protected by the accompanying claims.
Component parts shown in the drawings are not necessarily to
scale, and may be exaggerated to better illustrate the impor-
tant features of the present invention. In the drawings, like
reference numerals designate like parts throughout the differ-
ent views, wherein:

FIG. 1 is a side view of a vehicle incorporating a catalyst
system for reducing engine emissions according to an
embodiment of the present invention;

FIG. 2 is a system diagram of turbocharger boost extraction
for secondary air injection according to an embodiment of the
present invention;

FIG. 3 is a system diagram of supercharger boost extraction
for secondary air injection according to an embodiment of the
present invention;

FIG. 4A is a flowchart of boost extraction for secondary air
injection based upon a sensing of temperature according to an
embodiment of the present invention;

FIG. 4B is a flowchart of boost extraction for secondary air
injection based upon a sensing of airflow according to an
embodiment of the present invention; and

FIG. 5 is a flowchart of boost extraction for secondary air
injection based upon an engine rpm/airflow control map
according to an embodiment of the present invention.

DETAILED DESCRIPTION

Referring to FIG. 1, a vehicle 100 is shown and includes an
engine 102 connected to a catalyst 104. The vehicle 100 may
be an automobile as shown, or may be any other type of
motorized vehicle that incorporates an engine, such as atruck,
aboat, a tractor, an ATV, etc. The engine 102 generates power
for the vehicle 100 by combusting air and fuel. Any remaining
waste or exhaust gas in the engine 102 after combustion is
subsequently transmitted away from the engine 102 and to the
catalyst 104 in order for the waste or exhaust gas to be cleaned
of its harmful elements or compounds. As the waste or
exhaust gas passes through the catalyst 104, the toxicity of the
gas is reduced before the gas is expelled away the vehicle 100.
Thus, a significant reduction in engine emissions is achieved
through the use of the catalyst 104 when compared against
directly expelling the waste or exhaust gas from the engine
102 and away from the vehicle 100 without the catalyst 104.

Turning next to FIG. 2, a system diagram 200 is shown for
extracting boosted air from a turbocharger unit for warming
up a vehicle catalyst system in order to more efficiently
reduce the engine emissions. The system diagram 200 shows
an engine 202 and a turbocharger unit comprising a compres-
sor 210, a turbine 212 and a mechanical link 214. The engine
202 is connected with the turbine 212 of the turbocharger unit
via a first exhaust path 222. After the combustion of an air/fuel
mixture within the engine 202, the waste or exhaust gas from
the engine 202 travels along the first exhaust path 222, is
received by the turbine 212 and operates to spin or otherwise
exhibit a force upon one or more components of the turbine
212. The turbine 212 is connected to the compressor 210 of
the turbocharger unit via the mechanical link 214 such that the
mechanical link 214 transmits a force to the compressor 210
for powering the compressor 210 when the turbine 212 is
acted upon by the waste or exhaust gas from the engine 202.

After passing through the turbine 212 of the turbocharger
unit, the waste or exhaust gas from the engine 202 is trans-
mitted along a second exhaust path 224 to a catalyst 204 for
the removal of toxic chemicals or other particulates in the
waste or exhaust gas before the waste or exhaust gas is
expelled away from a vehicle. Since the catalyst 204 may
operate more efficiently at warmer temperatures, secondary

10

15

20

25

30

35

40

45

50

55

60

65

4

air injection from the boosted air exiting the compressor 210
of'the turbocharger unit is also transmitted to the catalyst 204,
as described in greater detail below. After passing through the
catalyst 204, the waste or exhaust gas is transmitted along a
third exhaust path 228 where it may be expelled away from
the vehicle with significantly reduced engine emissions.

An engine intake air box 206, located, for example, in an
engine bay ofthe vehicle, is connected to the compressor 210
of the turbocharger unit and provides a source of air to the
compressor to be compressed or boosted. The compressor
210 receives air from the engine intake air box 206 and
outputs compressed or boosted air for transmittal to the
engine 202 along an intake path 220 and may provide the
engine 202 with increased power generation capabilities
when compared to a supply of non-boosted air. The com-
pressed or boosted air allows increased volumes of a combus-
tible air/fuel mixture to be contained within the cylinders of
the engine 202, thus allowing for more powerful combustion
strokes. In addition to the increased engine performance
obtained through the use of the turbocharger unit, the boosted
air output from the compressor 210 may also be supplied to
the catalyst 204 as a form of secondary air injection via a
supplementary exhaust path 226. Such secondary air injec-
tion can aid in the warm-up of the catalyst 204 for more
efficient engine emissions reduction. The boosted air may be
sent to the engine 202 and the catalyst 204 simultaneously, or
the boosted air may only be sent to either the engine 202 or the
catalyst 204 at a given moment in time. The supplementary
exhaust path 226 may be routed near portions of the vehicle or
engine bay that generate heat (e.g., adjacent the engine 202)
in order to increase the temperature of air flowing through the
supplementary exhaust path 226 and thus further aid in warm-
up of the catalyst 204.

By utilizing the turbocharger unit on the vehicle to provide
the secondary air injection for the warm-up of the catalyst
204, additional external air pumps and their associated
plumbing or valves are no longer required. Moreover, the
boosted air may exhibit higher heat, above its ambient tem-
perature, by virtue of its compression by the compressor 210,
thus providing improved heating of the catalyst 204 when
compared against merely the injection of ambient air from
external air pumps. The dual role of the compressor 210 ofthe
turbocharger unit thus reduces engine part count and overall
power train cost. Furthermore, in certain embodiments, the
compressor 210 may be configured to only supply the catalyst
with boosted air at engine start-up at a low compression rate,
thus allowing an opportunity for oil to heat up and flow
through portions of the turbocharger unit during less strenu-
ous operation prior to the compressor 210 being fully utilized
for engine 202 performance.

A valve 208 is positioned at a location along or connected
to the intake path 220 of the boosted air stream. In one
embodiment, the valve 208 may be constructed or positioned
within or as part of a housing of the compressor 210. The
valve 208 may have an open configuration and a closed con-
figuration. A controller 209 is connected to the valve 208,
either via a wired connection or wirelessly, for controlling the
configuration of the valve 208, as discussed in more detail
herein and/or by the flowcharts shown in FIGS. 4A-5. Alter-
native control logic may be utilized by the controller 209 in an
alternative embodiment, for example, the configuration of the
valve 208 may be time-based or manually set. The controller
may be any type of hardware or circuit capable of controlling
the configuration of the valve, for example, a general purpose
processor, a digital signal processor (DSP), an application
specific integrated circuit (ASIC), a field programmable gate
array (FPGA) or other programmable logic device, discrete
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gate or transistor logic, discrete hardware components, or any
combination thereof designed to perform the functions
described herein. A general purpose processor may be a
microprocessor, but in the alternative, the processor may be
any conventional processor, controller, microcontroller, or
state machine. A processor may also be implemented as a
combination of computing devices, e.g., a combination of a
DSP and a microprocessor, a plurality of microprocessors,
one or more microprocessors in conjunction with a DSP core,
or any other such configuration. In one embodiment, the
controller 209 may be an engine control unit of the vehicle.
The controller 209 may be receptive to one or more sensors
211 for determining how to control the valve 208. The sensor
211 may be any of a variety of sensors, for example a tem-
perature sensor (e.g., thermal coupler), an airflow sensor
(e.g., mass air flow meter), or an engine speed sensor. The
sensor 211 may alternatively be a timer or timing circuit. In
one embodiment, the controller 209 may incorporate a
memory. In an alternative embodiment, no controller and/or
sensor may be needed for controlling, switching, changing, or
setting the configuration of the valve 208.

When in the open configuration, boosted air output from
the compressor 210 is allowed to flow or transmit along the
supplementary exhaust path 226 and through the catalyst 204
without traveling first through the engine 202 for combustion.
When in the closed configuration, boosted air output from the
compressor 210 will flow to the engine 202 for combustion
and is prevented from flowing or transmitting along the
supplementary exhaust path 226. The open configuration may
be adapted to allow varying flow-rates through the valve 208.
For example, the open configuration may be fully open such
that all boosted air leaving the compressor 210 flows along
the supplementary exhaust path 226 and no boosted air flows
to the engine 202. Alternatively, the open configuration may
allow some of the boosted air leaving the compressor 210 to
flow along the supplementary exhaust path 226 and some of
the boosted air leaving the compressor 210 to flow along the
intake path 220. Thus, the flow rate of boosted air transmitted
through the valve 208 and along the supplementary exhaust
path 226 may be controlled, for example, linearly. Moreover,
the open configuration of the valve 208 may be controlled so
as to regulate the flow of the boosted air based on a pressure
of the boosted air. In an alternative embodiment, more than
one valve 208 may be used for controlling the flow of the
boosted air to the engine 202 or to the catalyst 204.

In operation, for example, upon start-up the vehicle when
the engine 202 is turned on, the engine 202 outputs exhaust
gas along the first exhaust path 222 to the turbine 212 of the
turbocharger unit. By spinning the turbine 212, the compres-
sor 210 is powered and compresses or boosts air received
from the engine intake air box 206. The turbocharger unit may
thus be operating when the engine 202 is at idle. The turbo-
charger unit and/or components of the engine 202 may be
configured to allow for quick spool-up of the turbocharger
unit or to create increased exhaust flow even at low engine
speeds such as idle, for example, by allowing a waste gate of
the turbocharger unit to close even when the engine 202 is not
requesting torque from the throttle or by adjusting a spark
return of the engine 202. The valve 208 is set to the open
configuration by the controller 209 and at least a portion of the
boosted air output from the compressor 210 is transmitted
along the supplementary exhaust path 226. This portion of the
boosted air merges with exhaust gas that passed through the
turbine 212, and is transmitted to the catalyst 204. The valve
208 remains in the open configuration for a period of time
sufficient to warm-up the catalyst 204 for reducing excess
fuel or toxic elements of the exhaust gas to satisfactory levels,
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for example, 20 seconds after vehicle start-up, to accommo-
date the exhaust gas which tends to be rich for idle stability of
the engine 202.

After the catalyst 204 has been sufficiently warmed, the
controller 209 commands or otherwise controls the valve 208
to switch or change to the closed configuration. When in the
closed configuration, boosted air output from the compressor
210 of the turbocharger unit will instead flow completely or
substantially to the engine 202 along the intake path 220 and
not along the supplementary exhaust path 226. The valve 208
may be switched to the open configuration or the closed
configuration at any time by the controller 209 when it is
determined that the catalyst 204 would more efficiently
reduce the emissions of the engine 202 if provided with
supplementary air injection.

Referring now to FIG. 3, a system diagram 300 is shown for
extracting boosted air from a supercharger unit for warming
up a vehicle catalyst system in order to more efficiently
reduce the engine emissions. Generally, the system diagram
300 may have certain structural and functional features that
are the same or similar to those of the system diagram 200
described above for FIG. 2. Notwithstanding these similar
features, the system diagram 300 may be distinguished from
the system diagram 200 based primarily on the operation of a
belt or gear driven air compression device instead of a turbine
driven air compression device.

The system diagram 300 includes an engine 302, and a
supercharger unit comprising a compressor 310 and a
mechanical link 314. The engine 302 is connected with the
compressor 310 of the supercharger unit via the mechanical
link 314. The mechanical link may be a belt or a gear or any
other type of connection such that the compressor 310 may be
powered by a rotating or moving portion or component of the
engine 302. After the combustion stroke in the engine 302,
waste or exhaust gas is output from the engine 302 through or
along a first exhaust path 324 to a catalyst 304 for the removal
of'toxic chemicals or other particulates in the waste or exhaust
gas before the waste or exhaust gas is expelled away from a
vehicle. As discussed above for FIG. 2, the catalyst 304 may
operate more efficiently at warmer temperatures. Thus, sec-
ondary air injection from the boosted air exiting the compres-
sor 310 of the supercharger unit is transmitted to the catalyst
304, as described in greater detail below. After passing
through the catalyst 304, the waste or exhaust gas is transmit-
ted along a third exhaust path 328 where it may be expelled
away from the vehicle with significantly reduced engine
emissions.

An engine intake air box 306 is connected to the compres-
sor 310 of the supercharger unit and provides a source of air
to the compressor 310 to be compressed or boosted. Once
compressed by the compressor 310, the boosted air from the
engine intake air box 306 may be sent to the engine 302 along
an intake path 320 and may provide the engine 302 with
increased power generation capabilities when compared to a
supply of non-boosted air. Similar to the discussion above for
FIG. 2, the boosted air output from the compressor 310 may
be routed not only to the engine 302, but instead or addition-
ally to the catalyst 304 via a supplementary exhaust path 326
in order to aid in the warm-up of the catalyst 304 for more
efficient engine emissions reduction. The supplementary
exhaust path 326 may be routed near portions of the vehicle or
engine bay that generate heat (e.g., adjacent the engine 302)
in order to increase the temperature of air flowing through the
supplementary exhaust path 326 to further aid in warm-up of
the catalyst 304.

A valve 308 is positioned at a location along or connected
to the intake path 320 of the boosted air stream. The valve 308
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may have an open configuration and a closed configuration. A
controller 309 is connected to the valve 308, either via a wired
connection or wirelessly, for controlling the configuration of
the valve 308, as discussed in more detail herein and/or by the
flowcharts shown in FIGS. 4A-5. Alternative control logic
may be utilized by the controller 309 in an alternative
embodiment, for example, the configuration of the valve 308
may be time-based or manually set. Similar to the controller
209 discussed above for FIG. 2, the controller 309 may be any
type of hardware capable of controlling the valve 308, includ-
ing an engine control unit of the vehicle. The controller 309
may be receptive to one or more sensors 311, the same or
similar to the sensors 211 discussed above for FIG. 2. The
controller 309 may also incorporate a memory. In an alterna-
tive embodiment, no controller may be needed for control-
ling, switching, changing, or setting the configuration of the
valve 308.

When in the open configuration, boosted air output from
the compressor 310 may flow along the supplementary
exhaust path 326 and into the catalyst 304 without traveling
first through the engine 302 for combustion. When in the
closed configuration, boosted air output from the compressor
310 will flow to the engine 302 for combustion, but is not
permitted to flow along the supplementary exhaust path 326.
The open configuration may be adapted to allow varying
flow-rates (e.g., linearly) through the valve 308. For example,
the open configuration may be fully open such that all boosted
air leaving the compressor 310 flows along the supplementary
exhaust path 326 and no boosted air flows to the engine 302.
Alternatively, the open configuration may allow a portion of
the boosted air leaving the compressor 310 to flow along the
supplementary exhaust path 326 to the catalyst 304 and a
portion of the boosted air leaving the compressor 310 to flow
along the intake path 320 to the engine 302. Moreover, the
open configuration of the valve 308 may be controlled so as to
regulate the flow of the boosted air based on a pressure of the
boosted air. In an alternative embodiment, more than one
valve 308 may be used for controlling the flow of the boosted
air to the engine 302 or to the catalyst 304.

In operation, the system diagram 300 may operate similar
to the system diagram 200 as discussed above for FIG. 2. For
example, upon start-up the vehicle by turning on the engine
302, the rotating or moving parts of the engine 302 provide
power to the compressor 310 of the supercharger unit via the
mechanical link 314. Air received from the engine intake air
box 306 is boosted or compressed by the compressor 310. The
supercharger unit may thus be operating when the engine 302
is atidle. In an alternative embodiment, a clutching/declutch-
ing component may be used to prevent operation of the com-
pressor 310 when the engine 302 is at idle, for example, if the
catalyst 304 does not need supplementary air injection from
the compressor 310. The valve 308 is set to the open configu-
ration by the controller 309 and at least a portion of the
boosted air output from the compressor 310 is transmitted
along the supplementary exhaust path 326, merges with waste
or exhaust gas exiting the engine 302, and travels to the
catalyst 304. The valve 308 remains in the open configuration
for a period of time sufficient to adequately warm-up the
catalyst 304 for the reduction oftoxic elements in the exhaust
gas to satisfactory levels, for example, 20 seconds after
vehicle start-up, to accommodate the exhaust gas which tends
to be rich for idle stability of the engine 302.

After the engine emissions have been suitably reduced, the
controller 309 commands or otherwise controls the valve 308
to switch or change to the closed configuration. When in the
closed configuration, boosted air output from the compressor
310 of the supercharger unit will instead flow completely or
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substantially to the engine 302 along the intake path 320 and
not along or through the supplementary exhaust path 326. The
valve 308 may be switched to the open configuration or the
closed configuration at any time by the controller 309 when it
is determined that the catalyst 304 would more efficiently
reduce the emissions of the engine 202 if provided with
supplementary air injection.

Turning next to FIGS. 4A-4B, flowcharts showing exem-
plary embodiments for controlling an emissions control sys-
tem with secondary air injection and responsive to sensor
inputs are described. FIG. 4A depicts a method 400 for con-
trolling secondary air injection from a compressor to a cata-
lyst of an automobile based upon a sensed temperature of the
catalyst. In step 402 the method starts, such as during start-up
of a vehicle when the engine is turned on, or it is otherwise
determined that secondary air injection to the catalyst is
desired. In step 404, a secondary air valve is opened to allow
air from the compressor of the automobile to flow directly to
the catalyst. In step 406, a sensor measures, senses, or other-
wise determines the temperature of the catalyst. The sensor
may be a thermal coupler or, alternatively, any other type of
sensor capable of determining temperature. The temperature
determined by the sensor may be an instantaneous tempera-
ture or may be a form of aggregate temperature, such as an
average temperature of the catalyst over a predetermined
period oftime. In step 408, the temperature determined by the
sensor is compared against a predetermined threshold value.
If'the temperature determined by the sensor is not greater than
the threshold value, operation returns to step 406 where the
sensor again determines the temperature of the catalyst. A
time-delay between sensor measurements may be employed.
If'the temperature determined by the sensor is greater than the
threshold value, operation continues to step 410. In step 410,
the secondary air valve is closed so that air from the compres-
sor of the automobile is not permitted to flow directly to the
catalyst.

In another embodiment, FIG. 4B depicts a method 450 for
controlling secondary air injection from a compressor to a
catalyst of an automobile based upon a sensed airflow to or
through the catalyst. In step 452 the method starts, such as
when a vehicle is turned on, or it is otherwise determined that
secondary air injection to the catalyst is desired. In step 454,
a secondary air valve is opened to allow air from the com-
pressor of the automobile to flow directly to the catalyst. In
step 456, a sensor measures, senses, or otherwise determines
an instantaneous airflow to or through the catalyst. The air-
flow may be measured at any location along the compressor-
to-catalyst path, for example at the output of the compressor
or at the location of the secondary air valve. The instanta-
neous airflow may be the entire flow of air passing through the
catalyst or may be only the flow of compressed air from the
compressor. The sensor may be a mass air flow meter or,
alternatively, any other type of sensor capable of determining
airflow. In step 458, an aggregate airflow value is generated or
updated based upon one or more instantaneous airflow mea-
surements from the sensor, for example, by summing a plu-
rality of instantaneous airflow measurements. In step 460, the
aggregate airflow value is compared against a predetermined
threshold value. If the aggregate airflow value is not greater
than the threshold value, operation returns to steps 456 and
458 where the sensor again determines the instantaneous
airflow of the secondary air injection and updates the aggre-
gate airflow value. If the aggregate airflow value is greater
than the threshold value, operation continues to step 462. In
step 462, the secondary air valve is closed so that air from the
compressor of the automobile is no longer permitted to flow
directly to the catalyst. In an alternative embodiment, no
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aggregate airflow value may be needed; instead the secondary
air valve remaining open for a predetermined amount of time
based upon an instantaneous airflow measurement from the
sensor, for example, by assuming the airflow measurement
remains stable when the secondary air valve is open.

Turning next to FIG. 5, a flowchart is shown depicting a
method 500 for controlling secondary air injection from a
compressor to a catalyst of an automobile based upon a con-
trol map stored in a memory of the automobile. The control
mayp includes a plurality of engine speed values and a plurality
of corresponding airflow values. In step 502 the method
starts, such as when a vehicle is turned on, or it is otherwise
determined that secondary air injection to the catalyst is
desired. In step 504, a secondary air valve is opened to allow
air from the compressor of the automobile to flow directly to
the catalyst. In step 506, an initial temperature of the catalyst
is measured by a sensor (e.g., a thermal coupler). In an alter-
native embodiment, the initial temperature may be obtained
by a predetermined default value rather than measured by a
sensor. In step 508, an instantaneous engine speed (e.g.,
engine RPM) is measured or otherwise determined. In step
510, an airflow value is determined by looking up or compar-
ing the instantaneous engine speed determined in step 508 to
the engine speed values stored in the control map and obtain-
ing the corresponding airflow value for that engine speed
value. For example, the control map may comprise a corre-
sponding predetermined airflow value for a predetermined
engine speed value. The airflow value for each engine speed
value may originally be set in the control map according to
testing data. If the instantaneous engine speed does not
exactly match an engine speed value stored in the control
map, the closest engine speed value may be used. In an
alternative embodiment, interpolation may be used for amore
accurate estimation of airflow when there is not an exact
match of engine speed.

In step 512, an aggregate airflow value is generated or
updated based upon the previous airflow values obtained
from the control map in step 510. In step 514, the aggregate
airflow value is compared against a predetermined threshold
value. The predetermined threshold value may be set accord-
ing to the measured initial temperature of the catalyst, such
that upon knowing the initial temperature of the catalyst, a
predetermined amount of airflow is desired to effectively
warm-up the catalyst to a desired temperature. If the aggre-
gate airflow value is not greater than the threshold value,
operation returns to step 508 where the instantaneous engine
speed is determined again. If the aggregate airflow value is
greater than the threshold value, operation continues to step
516. In step 516, the secondary air valve is closed so that air
from the compressor of the automobile is no longer permitted
to flow directly to the catalyst. In an alternative embodiment,
no aggregate airflow value may be needed, instead the sec-
ondary air valve remaining open for a predetermined amount
of time based upon the measured initial temperature and an
airflow value obtained from the control map, for example, by
assuming the airflow obtained remains stable when the sec-
ondary air valve is open.

In an alternative embodiment, other control methods may
be used for controlling the opening and/or closing of a sec-
ondary air valve for a secondary air injection emissions con-
trol system. For example, control of the secondary air valve
may be based upon a predetermined amount of time rather
than relying on temperature or airflow measurements from
one or more sensors. In another example, the secondary air
valve may be open only if the compressor is outputting
boosted air above a certain pressure (e.g., a pressure greater
than the amount of pressure desired for engine performance).
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In addition, sensors other than temperature or airflow sensors
may be used in a similar fashion in replacement of or in
addition to those discussed above. For example, a pressure
sensor may be utilized to determine the pressure of the
boosted air output from the compressor, the pressure of the
boosted air used to determine an airflow value or other param-
eter of the secondary air injection system. Moreover, control
maps, the same or similar to that discussed for FIG. 5, may be
used for any of these alternative control methods.

Those of ordinary skill would appreciate that the various
illustrative logical blocks, modules, and algorithm steps
described in connection with the examples disclosed herein
may be implemented as electronic hardware, computer soft-
ware, or combinations of both. Whether such functionality is
implemented as hardware or software depends upon the par-
ticular application and design constraints imposed on the
overall system. Skilled artisans may implement the described
functionality in varying ways for each particular application,
but such implementation decisions should not be interpreted
as causing a departure from the scope of the disclosed appa-
ratus and methods.

The steps of a method or algorithm described in connection
with the examples disclosed herein may be embodied directly
in hardware, in a software module executed by a processor, or
in a combination of the two. A software module may reside in
RAM memory, flash memory, ROM memory, EPROM
memory, EEPROM memory, registers, hard disk, a remov-
able disk, a CD-ROM, or any other form of storage medium
known in the art. An exemplary storage medium is coupled to
the processor such that the processor can read information
from, and write information to, the storage medium. In the
alternative, the storage medium may be integral to the pro-
cessor. The processor and the storage medium may reside in
an Application Specific Integrated Circuit (ASIC). The ASIC
may reside in a wireless modem. In the alternative, the pro-
cessor and the storage medium may reside as discrete com-
ponents in the wireless modem.

Exemplary embodiments of the invention have been dis-
closed in an illustrative style. Accordingly, the terminology
employed throughout should be read in a non-limiting man-
ner. Although minor modifications to the teachings herein
will occur to those well versed in the art, it shall be understood
that what is intended to be circumscribed within the scope of
the patent warranted hereon are all such embodiments that
reasonably fall within the scope of the advancement to the art
hereby contributed, and that that scope shall not be restricted,
except in light of the appended claims and their equivalents.

What is claimed is:

1. An air injection system for a vehicle comprising:

an engine having a fluid input end and a fluid output end
capable of outputting an exhaust fluid, the engine being
configured to provide an output torque;

an air intake device configured to output an airflow;

a rotatable mechanical connection coupled with the engine
and having at least one of a belt or a gear;

a supercharger including a compressor mechanically
coupled with the rotatable mechanical connection for
receiving the output torque of the engine, the compres-
sor having a fluid input end for receiving the airflow
outputted by the air intake device and a fluid output end
for outputting compressed air;

a first fluid path having a fluid input end coupled with the
fluid output end of the compressor and a fluid output end
coupled with the fluid input end of the engine;

a second fluid path coupled with the fluid output end of the
engine for transferring the exhaust fluid outputted by the
engine;
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a catalyst coupled with the second fluid path and config-
ured to receive the exhaust fluid from the second fluid
path;

a supplementary fluid path coupled with the first fluid path
and the second fluid path, at least a portion of the supple-
mentary fluid path being positioned adjacent to the
engine and configured to receive heat generated from the
engine for warming up the catalyst;

a valve for controlling a fluid flow of the supplementary
fluid path, the valve having a first configuration for
allowing transmittal of at least some of the compressed
air outputted by the compressor to the catalyst via the
supplementary fluid path for warming up the catalyst
using at least some of the compressed air outputted by
the compressor to the catalyst via the supplementary
fluid path and a second configuration for preventing
transmittal of the compressed air outputted by the com-
pressor to the catalyst via the supplementary fluid path;

a first sensor positioned at a location downstream from the
compressor for detecting a flow rate of at least some of
the compressed air outputted by the compressor to the
catalyst via the supplementary fluid path;

a second sensor configured to detect a temperature value of
the catalyst; and

acontroller coupled with the first sensor, the second sensor,
and the valve and configured to control the valve to be in
the first configuration or the second configuration based
on the detected flow rate of the least some of the com-
pressed air outputted by the compressor to the catalyst
via the supplementary fluid path and the detected tem-
perature value.

2. The air injection system of claim 1 wherein the first
configuration of the valve is configured to transmit all of the
compressed air outputted by the compressor to the catalyst
via the supplementary fluid path.

3. The secondary air injection system of claim 1 wherein
the controller is an Engine Control Unit (ECU) of the vehicle.

4. The air injection system of claim 1 wherein the controller
is configured to switch the valve from the first configuration
to the second configuration when an aggregate flow rate is
greater than a predetermined threshold, the aggregate flow
rate being based upon the detected flow rate of the at least
some of the compressed air outputted by the compressor to
the catalyst via the supplementary fluid path.

5. The air injection system of claim 1 further comprising a
control map for storing an engine speed value and a corre-
sponding flow rate value, wherein the controller is further
configured to switch the valve from the first configuration to
the second configuration based upon the corresponding flow
rate value of the control map.

6. The air injection system of claim 1 wherein the controller
controls the valve to the first configuration when the engine is
turned on during start-up of the vehicle.

7. An automobile comprising:

an engine having a fluid input end and a fluid output end
capable of outputting an exhaust fluid, the engine being
configured to provide an output torque;

an air intake box configured to output an airflow;

arotatable mechanical connection coupled with the engine
and having at least one of a belt or a gear;

a supercharger including a compressor mechanically
coupled with the rotatable mechanical connection for
receiving the output torque of the engine, the compres-
sor having a fluid input end for receiving the airflow
outputted by the air intake box and a fluid output end for
outputting compressed air;
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a first fluid path having a fluid input end coupled with the
fluid output end of the compressor and a fluid output end
coupled with the fluid input end of the engine;

a second fluid path coupled with the fluid output end of the
engine for transferring the exhaust fluid outputted by the
engine;

a catalyst coupled with the second fluid path and config-
ured to receive the exhaust fluid from the second fluid
path;

a supplementary fluid path coupled with the first fluid path
and the second fluid path, at least a portion of the supple-
mentary fluid path being positioned adjacent to the
engine and configured to receive heat generated from the
engine for warming up the catalyst;

a valve for controlling a fluid flow of the supplementary
fluid path, the valve having an open configuration for
allowing transmittal of at least some of the compressed
air outputted by the compressor to the catalyst via the
supplementary fluid path for warming up the catalyst
directly using at least some of the compressed air out-
putted by the compressor to the catalyst via the supple-
mentary fluid path and a closed configuration for pre-
venting transmittal of the compressed air outputted by
the compressor to the catalyst via the supplementary
fluid path;

a first sensor positioned at a location downstream from the
compressor for detecting a flow rate of at least some of
the compressed air outputted by the compressor to the
catalyst via the supplementary fluid path;

a second sensor configured to detect a temperature value of
the catalyst; and

a controller coupled with the first sensor, the second sensor
and the valve, the controller configured to switch the
valve between the open configuration and the closed
configuration based on the detected flow rate of the at
least some of the compressed air outputted by the com-
pressor to the catalyst and the detected temperature
value.

8. The automobile of claim 7 wherein the compressor com-
prises a housing and at least a part of the valve is positioned
within the housing.

9. The automobile of claim 7 wherein the controller is
configured to switch the valve from the open configuration to
the closed configuration when an aggregate flow rate is
greater than a predetermined threshold, the aggregate flow
rate being based upon the detected flow rate of the at least
some of the compressed air outputted by the compressor to
the catalyst via the supplementary fluid path.

10. The automobile of claim 7 wherein the controller is
configured to switch the valve from the open configuration to
the closed configuration after a predetermined amount of
time.

11. The automobile of claim 7 further comprising a control
map for storing a plurality of engine speed values and a
plurality of corresponding airflow values, the controller con-
figured to switch the valve from the open configuration to the
closed configuration based upon one or more corresponding
airflow values obtained from the control map.

12. A method of air injection for emission control of an
automobile having an engine having a fluid input end and a
fluid output end capable of outputting an exhaust fluid, the
method comprising the steps of:

providing an air intake device configured to output an
airflow;

providing a rotatable mechanical connection coupled with
the engine;
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providing a supercharger including a compressor mechani-
cally coupled with the rotatable mechanical connection
for receiving an output torque of the engine, the com-
pressor having a fluid input end for receiving the airflow
outputted by the air intake device and a fluid output end;

providing a first fluid path having a fluid input end coupled
with the fluid output end of the compressor and a fluid
output end coupled with the fluid input end of the engine;

providing a second fluid path coupled with the fluid output
end of the engine;

providing a catalyst coupled with the second fluid path;

providing a supplementary fluid path coupled with the first
fluid path and the second fluid path, at least a portion of
the supplementary fluid path being positioned adjacent
to the engine and configured to receive heat generated
from the engine for warming up the catalyst;

providing a valve for controlling a fluid flow of the supple-
mentary fluid path;

providing a first sensor at a location downstream from the
compressor;

providing a second sensor configured to detect a tempera-
ture value of the catalyst;

providing a controller coupled with the first sensor, the
second sensor, and the valve;

outputting, by the engine, an exhaust fluid;

transferring, via the second fluid path, the exhaust fluid
outputted by the engine to the catalyst;

outputting, using the fluid output end of the compressor,
compressed air;

opening the valve for allowing transmittal of at least some
of'the compressed air outputted by the compressor to the
catalyst via the supplementary fluid path for warming up
the catalyst directly using at least some of the com-
pressed air;

determining, using the first sensor, a flow rate of the trans-
mittal of the at least some of the compressed air output-
ted by the compressor to the catalyst via the supplemen-
tary fluid path; and

closing, using the controller, the valve for preventing trans-
mittal of the compressed air outputted by the compressor
to the catalyst via the supplementary fluid path, based on
the detected temperature value and the flow rate of the
transmittal of the at least some of the compressed air
outputted by the compressor to the catalyst.

13. The method of claim 12 wherein the step of determin-
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5

10

25

30

35

40

45

14

at least some of the compressed air outputted by the compres-
sor to the catalyst via the supplementary fluid path comprises
the steps of:

detecting, using the first sensor, a first instantaneous flow of
the at least some of the compressed air outputted by the
compressor to the catalyst via the supplementary fluid
path;
detecting, using the first sensor, a second instantaneous
flow of the at least some of the compressed air outputted
by the compressor to the catalyst via the supplementary
fluid path; and
summing the first instantaneous flow of air and the second
instantaneous flow of air.
14. The method of claim 12 further comprising the steps of:
detecting, using the second sensor, an initial temperature of
the catalyst;
detecting a first engine speed of the engine;
determining a calculated flow rate of the at least some of
the compressed air outputted by the compressor to the
catalyst via the supplementary fluid path via looking up
the first engine speed in a control map and obtaining a
first corresponding airflow value; and
closing, using the controller, the valve for preventing trans-
mittal of the compressed air outputted by the compressor
to the catalyst via the supplementary fluid path after a
predetermined amount of time, the predetermined
amount of time based upon the initial temperature and
the calculated flow rate of the transmittal of the at least
some of the compressed air outputted by the compressor
to the catalyst via the supplementary fluid path.
15. The method of claim 12 further comprising the steps of:
detecting, using the second sensor, an initial temperature of
the catalyst;
detecting a first engine speed of the engine;
detecting a second engine speed of the engine; and
determining a calculated flow rate of the transmittal of the
at least some of the compressed air outputted by the
compressor to the catalyst via the supplementary fluid
path by:
looking up the first engine speed in a control map and
obtaining a first corresponding airflow value,
looking up the second engine speed in the control map
and obtaining a second corresponding airflow value
and
summing the first corresponding airflow value and the
second corresponding airflow value.
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